a2 United States Patent

Lohmann

US012320310B2

US 12,320,310 B2
Jun. 3, 2025

(10) Patent No.:
45) Date of Patent:

(54)

(71)

(72)

(73)

")

@
(22)

(65)

(1)

(52)

(58)

WORK VEHICLE COMPRESSION IGNITION
POWER SYSTEM HAVING THERMALLY
STRATIFIED ENGINE COMBUSTION
CHAMBERS

Applicant: Deere & Company, Moline, IL. (US)

Inventor: Craig W. Lohmann, Cedar Falls, 1A
us)

Assignee: DEERE & COMPANY, Moline, 1L
us)

Notice: Subject to any disclaimer, the term of this

patent is extended or adjusted under 35
U.S.C. 154(b) by 0 days.

Appl. No.: 17/977,016
Filed:  Oct. 31, 2022

Prior Publication Data

US 2024/0141844 Al May 2, 2024

Int. CL.

Fo02D 41/00 (2006.01)

FO02D 13/02 (2006.01)
(Continued)

U.S. CL

CPC ... F02D 41/006 (2013.01); F02D 13/0269

(2013.01); F02D 13/0273 (2013.01);

(Continued)

Field of Classification Search

None

See application file for complete search history.

128b

1322 \\K'k
~

(56) References Cited
U.S. PATENT DOCUMENTS
3,266,234 A *  8/1966 Cook .....cccovvvvvnnne F02M 1/00
123/295
4,561,253 A * 12/1985 Curtil ....ccceeenen FO1L 13/085
123/90.6
(Continued)
FOREIGN PATENT DOCUMENTS
BR 102023023482 A2 7/2024
CN 1079533 A * 12/1993 ..o FO1L 9/04
(Continued)

OTHER PUBLICATIONS

Non-Final Office Action issued in US Utility U.S. Appl. No.
18/177,514 dated Jun. 27, 2023 (58 pages).

(Continued)

Primary Examiner — Kevin R Steckbauer
(74) Attorney, Agent, or Firm — KLINTWORTH &
ROZENBLAT IP LLP

(57) ABSTRACT

A power system includes an intake arrangement and a
compression ignition engine including piston-cylinder sets.
Each piston-cylinder set includes: a cylinder; a piston posi-
tioned within the cylinder to form a combustion chamber in
between; an intake valve configured to open and close the
intake port; an exhaust valve configured to open and close
the exhaust port; and a fuel injector. During an exhaust
stroke, the exhaust valve is opened to enable exhaust gas to
flow out; during an initial portion of an intake stroke, the
intake valve is opened to enable the intake air to flow into
the combustion chamber, and during a further portion of the
intake stroke, the intake valve is closed and the exhaust
valve is opened to enable a portion of the exhaust gas to flow
back into the combustion chamber in order to create ther-
mally stratified layers of intake gas and exhaust gas.

20 Claims, 7 Drawing Sheets
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1
WORK VEHICLE COMPRESSION IGNITION
POWER SYSTEM HAVING THERMALLY
STRATIFIED ENGINE COMBUSTION
CHAMBERS

CROSS-REFERENCE TO RELATED
APPLICATION(S)

Not applicable.

STATEMENT OF FEDERALLY SPONSORED
RESEARCH OR DEVELOPMENT

Not applicable.

FIELD OF THE DISCLOSURE

This disclosure generally relates to work vehicles, and
more specifically to work vehicle power systems and meth-
ods.

BACKGROUND OF THE DISCLOSURE

Heavy work vehicles, such as used in the construction,
agriculture, and forestry industries, typically include a
power system with an internal combustion engine. For many
work vehicles, the power system includes a diesel engine
that may have higher lugging, pull-down, and torque char-
acteristics for associated work operations. However, diesel
and other types of fossil fuel-based engines may generate
undesirable emissions.

Ethanol, derived from renewable resources such as corn
or sugar cane, has been used as a fuel source to reduce
greenhouse gas emissions. Typically, within the general
consumer automotive markets, ethanol is blended into gaso-
line and used by spark ignited engines. However, this type
of use and such engines are generally not suitable for in
heavy work applications.

SUMMARY OF THE DISCLOSURE

The disclosure provides a work vehicle power system
with a compression ignition engine having thermally strati-
fied layers of gas within combustion chambers of the piston-
cylinders sets to facilitate ignition and support operation in
a range of conditions.

In one aspect, the disclosure provides a power system for
a work vehicle. The power system includes an intake
arrangement configured to intake charge air; and a compres-
sion ignition engine including a plurality of piston-cylinder
sets configured to receive, ignite, and combust intake gas
that includes the charge air from the intake arrangement to
generate mechanical power and exhaust gas. FEach of the
piston-cylinder sets includes: a cylinder defining an intake
port and an exhaust port; a piston positioned at least partially
within the cylinder to form a combustion chamber in
between, the combustion chamber being in fluid communi-
cation with the intake port and the exhaust port; an intake
valve configured to open and close the intake port; an
exhaust valve configured to open and close the exhaust port;
and a fuel injector configured to inject fuel into the com-
bustion chamber. The power system further includes a
controller coupled to selectively command the intake valve
and the exhaust valve such that, during an exhaust stroke of
the piston, the exhaust valve is opened to enable exhaust gas
to flow out of the combustion chamber; during an initial
portion of an intake stroke of the piston, the intake valve is
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opened to enable the intake air to flow into the combustion
chamber; and during a further portion of the intake stroke of
the piston, the intake valve is closed and the exhaust valve
is opened to enable a portion of the exhaust gas to flow back
into the combustion chamber in order to create thermally
stratified layers of intake gas and exhaust gas within the
combustion chamber.

In another example, the controller and exhaust valve of
the power system form an internal exhaust gas recirculation
(EGR) arrangement.

In a further example, the compression ignition engine of
the power system is configured to operate with a low cetane
fuel.

In another example, the compression ignition engine of
the power system is configured to operate with fuel having
a cetane value of less than 40.

In a further example, the thermally stratified layers of
intake gas and exhaust gas of the power system include a
layer with a temperature of at least 800° C.

In another example, the power system further includes an
exhaust arrangement configured to receive a first portion of
the exhaust generated by the compression ignition engine;
an external EGR (exhaust gas recirculation) arrangement
configured to receive a second portion of the exhaust gen-
erated by the compression ignition engine as EGR gas; and
a mixer configured to selectively receive and mix a first
portion of the EGR gas and the charge air as mixed gas.

In a further example, the external EGR arrangement of the
power system includes an EGR cooler configured to cool at
least the first portion of EGR gas.

In another example, the intake arrangement of the power
system includes at least one compressor configured to
receive and compress the charge air upstream of the mixer.

In a further example, the exhaust arrangement of the
power system includes at least one turbine driven by the first
portion of the exhaust and rotationally coupled to drive the
at least one compressor.

In a further example, the engine further includes an intake
manifold to direct the intake gas into the piston-cylinder sets
and an exhaust manifold to receive the exhaust gas from the
piston-cylinder sets, and the controller is configured to
manipulate a pressure difference between the exhaust mani-
fold and the intake manifold in order to increase an impact
of the portion of the exhaust gas flowing back into the
combustion chamber during the further portion of the intake
stroke.

In another aspect, a work vehicle is provided and includes
a chassis; a drive assembly supported on the chassis; and a
power system supported on the chassis and configured to
power the drive assembly. The power system includes an
intake arrangement configured to intake charge air; and a
compression ignition engine including a plurality of piston-
cylinder sets configured to receive, ignite, and combust
intake gas that includes the charge air from the intake
arrangement to generate mechanical power and exhaust gas.
Each of the piston-cylinder sets includes: a cylinder defining
an intake port and an exhaust port; a piston positioned at
least partially within the cylinder to form a combustion
chamber in between, the combustion chamber being in fluid
communication with the intake port and the exhaust port; an
intake valve configured to open and close the intake port; an
exhaust valve configured to open and close the exhaust port;
and a fuel injector configured to inject fuel into the com-
bustion chamber. The power system further includes a
controller coupled to selectively command the intake valve
and the exhaust valve such that, during an exhaust stroke of
the piston, the exhaust valve is opened to enable exhaust gas
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to flow out of the combustion chamber; during an initial
portion of an intake stroke of the piston, the intake valve is
opened to enable the intake air to flow into the combustion
chamber; and during a further portion of the intake stroke of
the piston, the intake valve is closed and the exhaust valve
is opened to enable a portion of the exhaust gas to flow back
into the combustion chamber in order to create thermally
stratified layers of intake gas and exhaust gas within the
combustion chamber.

In a further example, the controller and exhaust valve of
the work vehicle form an internal exhaust gas recirculation
(EGR) arrangement.

In another example, the compression ignition engine of
the work vehicle is configured to operate with a low cetane
fuel.

In a further example, the compression ignition engine of
the work vehicle is configured to operate with fuel having a
cetane value of less than 40.

In another example, the thermally stratified layers of
intake gas and exhaust gas of the work vehicle include a
layer with a temperature of at least 800° C.

In a further example, the work vehicle further includes an
exhaust arrangement configured to receive a first portion of
the exhaust generated by the compression ignition engine;
an external EGR (exhaust gas recirculation) arrangement
configured to receive a second portion of the exhaust gen-
erated by the compression ignition engine as EGR gas; and
a mixer configured to selectively receive and mix a first
portion of the EGR gas and the charge air as mixed gas.

In another example, the external EGR arrangement an
EGR cooler configured to cool at least a first portion of EGR
gas.

In a further example, the intake arrangement includes at
least one compressor configured to receive and compress the
charge air upstream of the mixer.

In another example, the exhaust arrangement includes at
least one turbine driven by the first portion of the exhaust
and rotationally coupled to drive the at least one compressor.

In a further example, the engine further includes an intake
manifold to direct the intake gas into the piston-cylinder sets
and an exhaust manifold to receive the exhaust gas from the
piston-cylinder sets, and the controller is configured to
manipulate a pressure difference between the exhaust mani-
fold and the intake manifold in order to increase an impact
of the portion of the exhaust gas flowing back into the
combustion chamber during the further portion of the intake
stroke

The details of one or more embodiments are set forth in
the accompanying drawings and the description below.
Other features and advantages will become apparent from
the description, the drawings, and the claims.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a simplified side view of an example work
vehicle in the form of a tractor in which a power system may
be used in accordance with an embodiment of this disclo-
sure;

FIG. 2A is a simplified schematic diagram of the power
system of FIG. 1 in accordance with an example embodi-
ment;

FIG. 2B is a simplified schematic diagram of a power
system that may be implemented in the work vehicle of FIG.
1 in accordance with a further example embodiment;
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FIGS. 3A-3D are simplified schematic diagrams of a
portion of a power cycle within an example piston-cylinder
set of the power system of FIG. 2A in accordance with an
example embodiment;

FIG. 4 is a chart depicting valve positions as a function of
crank angle within a power cycle of the power system of
FIG. 2A in accordance with an example embodiment; and

FIG. 5 is a chart depicting the impact of engine and/or
operating conditions on a compression heating function for
the power system of FIG. 2A in accordance with an example
embodiment.

Like reference symbols in the various drawings indicate
like elements.

DETAILED DESCRIPTION

The following describes one or more example embodi-
ments of the disclosed power system and method, as shown
in the accompanying figures of the drawings described
briefly above. Various modifications to the example embodi-
ments may be contemplated by one of skill in the art.
Discussion herein may sometimes focus on the example
application of power system in a tractor, but the disclosed
power system is applicable to other types of work vehicles
and/or other types of engine systems.

Work vehicles may include power systems that typically
have diesel engines to produce torque in a wide range of
applications, such as long-haul trucks, tractors, agricultural
or construction vehicles, surface mining equipment, non-
electric locomotives, stationary power generators and the
like. Even though such engines may have advantageous
energy and performance characteristics, diesel and other
types of fossil fuel-based engines may generate undesirable
emissions. In contrast, ethanol, derived from renewable
resources such as corn or sugar cane, has been used as a fuel
source to reduce greenhouse gas emissions. Typically,
within the general consumer automotive markets, ethanol is
blended into gasoline and used by spark ignited engines.
However, this type of use and such engines are typically not
suitable for in heavy work applications.

Generally, certain non-diesel fuels that have desirable
sourcing, performance, and/or emission characteristics may
have relatively low cetane numbers. A cetane number (or
cetane value) is an indicator of the combustion speed of fuel
and compression needed for ignition. The scale for measur-
ing cetane numbers ranges from 0 to 100 with higher
numbers indicating quicker ignition periods, thereby indi-
cating lower temperatures and pressures required for com-
bustion. In compression combustion engines (e.g., in diesel-
type engines), ethanol is generally not used due to its
relatively low cetane number (e.g., less than 5) that requires
high temperatures for ignition. In other words, compression
ignition engines that rely upon ethanol may encounter
challenges in cold start and low load conditions in which the
temperature is insufficient for reliable ignition. As examples,
diesel fuel will reliably auto-ignite inside an engine cylinder
at a temperature of about 500 to 600° C., while a fuel such
as ethanol requires a temperature of about 850° C. in the
cylinder to reliably auto-ignite.

According to examples discussed herein, a power system
may include an engine that primarily operates on a low
cetane fuel, such as ethanol and other alcohol-based fuels
(e.g., methanol, propanol, etc.). Such power systems may
include piston-cylinder sets operated with a type of internal
exhaust gas recirculation (EGR) to provide thermal stratifi-
cation within the combustion chambers in order to achieve
the desired temperatures required for a compression ignition



US 12,320,310 B2

5

engine to auto-ignite low cetane fuels. Such an arrangement
and operation enable the use of a low cetane fuel with
acceptable ignition and combustion performance in a diesel-
type engine. The implementation of low cetane fuels may be
facilitated by other aspects of the power system, as discussed
in greater detail below.

Generally, as used herein, the term “low cetane fuel” may
refer to a fuel with a cetane number (or value) less than that
of diesel. For example, a low cetane fuel may have a cetane
number of less than 40. One such example is ethanol with a
cetane number of approximately 5.

Referring to FIG. 1, in some embodiments, the disclosed
power systems and methods with internal exhaust gas recir-
culation (EGR) to result in thermally stratified engine com-
bustion chambers may be implemented with a work vehicle
100 embodied as a tractor that uses low cetane fuels. In other
examples, the disclosed system and method may be imple-
mented in other types of vehicles or machines, including
stationary power systems and vehicles in the agricultural,
forestry, and/or construction industries.

As shown, the work vehicle 100 may be considered to
include a main frame or chassis 102, a drive assembly 104,
an operator platform or cabin 106, a power system 108, and
a controller 110. As is typical, the power system 108
includes an internal combustion engine used for propulsion
of the work vehicle 100, as controlled and commanded by
the controller 110 and implemented with the drive assembly
104 mounted on the chassis 102 based on commands from
an operator in the cabin 106 and/or as automated within the
controller 110.

As described below, the power system 108 may include a
number of systems and components to facilitate various
aspects of operation. As noted, the engine of the power
system 108 may be a compression ignition engine for
combustion that may result in improvements in emissions,
performance, efficiency, and capability. Moreover, the
engine may utilize a low cetane fuel, as introduced above
and discussed in greater detail below. Otherwise, the power
system 108 may include an air intake arrangement to direct
air into the engine and a fuel arrangement to direct fuel (or
fuels) into the engine for mixing with the air for combustion,
as well as optional additional systems, such as turbocharger
and/or exhaust recirculation (EGR) arrangements. Although
not shown or described in detail herein, the work vehicle 100
may include any number of additional or alternative sys-
tems, subsystems, and elements. Further details of the power
system 108 are provided below.

As noted, the work vehicle 100 includes the controller 110
(or multiple controllers) to control one or more aspects of the
operation, and in some embodiments, facilitate implemen-
tation of the power system 108, including various compo-
nents and control elements associated with the use of low
cetane flues (e.g., ethanol). The controller 110 may be
considered a vehicle controller and/or a power system
controller or sub-controller. In one example, the controller
110 may be implemented with processing architecture such
as a processor and memory. For example, the processor may
implement the functions described herein based on pro-
grams, instructions, and data stored in memory.

As such, the controller 110 may be configured as one or
more computing devices with associated processor devices
and memory architectures, as a hard-wired computing cir-
cuit (or circuits), as a programmable circuit, as a hydraulic,
electrical or electro-hydraulic controller, or otherwise. The
controller 110 may be configured to execute various com-
putational and control functionality with respect to the work
vehicle 100 (or other machinery). In some embodiments, the
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controller 110 may be configured to receive input signals in
various formats (e.g., as hydraulic signals, voltage signals,
current signals, and so on), and to output command signals
in various formats (e.g., as hydraulic signals, voltage sig-
nals, current signals, mechanical movements, and so on).
The controller 110 may be in electronic, hydraulic, mechani-
cal, or other communication with various other systems or
devices of the work vehicle 100 (or other machinery). For
example, the controller 110 may be in electronic or hydraulic
communication with various actuators, sensors, and other
devices within (or outside of) the work vehicle 100, includ-
ing any devices described below. In some embodiments, the
controller 110 may be configured to receive input commands
from, and to interface with, an operator via a human-vehicle
operator interface that enables interaction and communica-
tion between the operator, the work vehicle 100, and the
power system 108.

In some examples, the work vehicle 100 may further
include various sensors that function to collect information
about the work vehicle 100 and/or surrounding environment.
Such information may be provided to the controller 110 for
evaluation and/or consideration for operating the power
system 108. As examples, the sensors may include opera-
tional sensors associated with the vehicle systems and
components discussed herein, including engine and trans-
mission sensors; fuel and/or air sensors; temperature, flow,
and/or pressure sensors; and battery and power sensors,
some of which are discussed below. Such sensor and opera-
tor inputs may be used by the controller 110 to determine an
operating condition (e.g., a load, demand, or performance
requirement), and in response, generate appropriate com-
mands for the various components of the power system 108
discussed below, particularly the control the power cycle of
the engine, as discussed below. Although not shown or
described in detail herein, the work vehicle 100 may include
any number of additional or alternative systems, subsystems,
and elements.

3 Additional information regarding the power system 108,
particularly the components associated with fuel and gas
flows are provided below. As introduced above and as will
now be described in greater detail with reference to FIGS.
2-5, the power system 108 uses an “internal” exhaust gas
recirculation (EGR) system (and, optionally, an “external”
EGR) to result in thermally stratified gas within the com-
bustion chamber of the piston-cylinder sets of the engine
120. Such functions may enhance ignition and combustion
of'the low cetane fuel, particularly at low temperature or low
load conditions.

Reference is initially made to FIG. 2A, which is a
schematic illustration of the power system 108 for providing
power to the work vehicle 100 of FIG. 1, although the
characteristics described herein may be applicable to a
variety of machines. The configuration of FIG. 2A is just one
example of the power system 108 and example embodi-
ments according to the disclosure herein may be provided in
other configurations.

As introduced above, the power system 108 includes an
engine 120 configured to combust a mixture of fuel from a
fuel arrangement 138 and air from an air intake arrangement
140 to generate power for propulsion and various other
systems, thereby generating an exhaust gas that is accom-
modated by an exhaust arrangement 160. As also introduced
above, various aspects of the power system 108 may be
operated by the controller 110 (FIG. 1) based on operator
commands and/or operating conditions. In some examples,
the controller 110 may be a dedicated power system con-
troller or a vehicle controller.
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As noted, the engine 120 is primarily an engine that
utilizes low cetane fuels, such as ethanol. Such an engine
120 may be similar to a diesel engine (i.e., compression
ignition and combustion) in configuration and arrangement,
except that other fuels are combusted instead of diesel. The
engine 120 may have any number or configuration of
piston-cylinder sets 1224 within an engine block 1224. In
the illustrated implementation, the engine 120 is an inline-6
(1-6) engine defining six piston-cylinder sets 122a. Addi-
tional details about the piston-cylinder sets 1224 are pro-
vided below. In addition to those discussed below, the engine
120 may include any suitable features, such as cooling
systems, peripheries, drivetrain components, sensors, etc.

As noted above, the engine 120 is selectively provided
fuel for combustion by the fuel arrangement 138, particu-
larly a low cetane fuel, such as ethanol. Generally, the fuel
arrangement 138 may include any suitable components to
facilitate operation (e.g., pumping, flow control, storage,
injection, and the like) of the engine 120 and overall power
system 108.

As also noted above, the engine 120 is selectively pro-
vided air for combustion by the air intake arrangement 140.
The air intake arrangement 140, in this example, includes an
intake conduit 142 and an air intake manifold 144. The air
intake arrangement 140 directs fresh or ambient air through
the air intake conduit 142; and the air intake manifold 144
directs at least a portion of that air into the air intake
manifold 144 for introduction into the piston-cylinder sets
122a of the engine block 1225 to be ignited with the fuel
(e.g., ethanol) such that the resulting combustion products
drive the mechanical output of the engine 120. Additional
details about the air intake arrangement 140 will be provided
below.

In one example and as schematically represented in FIG.
2, each of the piston-cylinder sets 122 includes a piston
1245 arranged within the cylinder 1244 to create a combus-
tion chamber in between such that movement of the piston
1244 within the cylinder 124a functions to facilitate the flow
of gas into and out of the combustion chamber; to compress
the gas within the combustion chamber to enable ignition
and combustion; and to be driven by the combustion prod-
ucts to transfer the resulting mechanical power from the
combustion process to a prime mover of the engine 120.
Additionally, a fuel injector 1264 is arranged to introduce an
amount of fuel into the combustion chamber via a fuel port
126a. Moreover, an intake valve 1305 is arranged to open
and close an intake port 130a to admit intake gas from an
intake conduit into the combustion chamber; and an exhaust
valve 12856 is arranged to open and close an exhaust port
128a to enable gas to flow out of the combustion chamber
into an exhaust conduit. Additionally, under some circum-
stances discussed in greater detail below, the exhaust valve
1285 may be manipulated in order to open the exhaust port
1284 to draw exhaust air from the exhaust manifold 162
back into the combustion chamber.

The exhaust gas produced from the combustion process of
the engine 120 may be received by the exhaust arrangement
160, which includes an exhaust manifold 162 to receive and
distribute the exhaust from the piston-cylinder sets 122a. At
least a portion of the exhaust gas is directed from the exhaust
manifold 162 into an exhaust conduit 164 out of the work
vehicle 100, as described in greater detail below. Although
not shown in detail, the exhaust gas may flow through one
or more exhaust treatment components arranged proximate
to the exhaust conduit 164. Such exhaust treatment compo-
nents may function to treat the exhaust gas passing there-
through to reduce undesirable emissions and may include
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components such as a diesel oxidation catalyst (DOC), a
diesel particulate filter (DPF), a selective catalytic reduction
(SCR) system, and the like.

In this example, the power system 108 may include one
or more turbochargers 180, one of which is shown with
portions that may also be considered part of (or otherwise
cooperate with) the air intake arrangement 140 and/or the
exhaust arrangement 160.

The turbocharger 180 generally functions to increase the
amount of air subsequently directed into the engine 120 for
improved engine efficiency and power input. In one
example, the turbocharger 180 includes a turbine 182 that
receives a portion (e.g., the second portion) of the exhaust
gas, as introduced above. The turbocharger 180 further
includes a compressor 184 that is driven by the turbine 182.
The compressor 184 functions to compress the ambient or
charge air that enters the air intake arrangement 140 via the
intake conduit 142. Generally, the turbocharger 180 may be
a variable-geometry turbocharger, a wastegate (WGQG) turbo-
charger, a fixed turbocharger, and/or any other suitable type
of turbocharger.

Returning to the air intake arrangement 140, the com-
pressed charge air from the turbocharger compressor 184
may be directed into a charge air cooler 150 to reduce the
temperature of the compressed charge air. In this example,
the charge air cooler 150 is configured to direct the charge
air into proximity with cooling air (or other type of coolant)
such that the heat is transferred from the charge air to the
cooling air. Other cooling or heat exchange mechanisms
may be provided. Briefly, the power system 108 may addi-
tionally include a second heat exchanger (or radiator) 152 to
facilitate cooling of the engine 120 via circulation of the
coolant over a cooling mechanism, such as air-cooled fins.
The coolant of the radiator 152 may be on the same cooling
circuit as the coolant of the charge air cooler 150, or the
charge air cooler 150 and the radiator 152 may be on
separate cooling circuits.

Downstream of the charge air cooler 150, the cooled
intake charge air is directed to the intake manifold 144,
which as noted above, distributes the intake gas to the
piston-cylinder sets 122a of the engine 120 for mixture,
ignition, and combustion with fuel from the fuel arrange-
ment 138.

Additionally, the piston-cylinder sets 1224 may be
manipulated based on commands from the controller 110
(FIG. 1) in order to provide a type of “internal” EGR
arrangement. As discussed in greater detail below, the
exhaust valves 1285 may be opened to admit previously
exhausted gas back into the piston-cylinder sets 122a¢ in
order to create the thermal stratification of gas within the
piston-cylinder sets 122a that function to enable enhanced
ignition, even for low cetane fuels during both high and low
load operating conditions.

As introduced above, the controller 110 (FIG. 1) may
control operation of the engine 120, including the fuel
arrangement 138 and air intake arrangement 140, as well as
various other cooperating systems and components. In par-
ticular, the controller 110 may selectively command the
nature of the air being directed into the air intake manifold
144 to provide reliable ignition and combustion within the
engine 120 under all appropriate conditions. Generally, the
controller 110 (FIG. 1) may be in communication with the
various valves 1285, 1305, 148, injectors 1265, engine 120,
sensors, and other associated components to collect infor-
mation about operation of the power system 108 and to
implemented or command modification and/or maintenance
of such operation. As an example, prior to and during
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operation, the manifold pressures to provide advantageous
internal EGR conditions may be manipulated in order to
enhance and/or facilitate the internal EGR in providing the
elevated temperatures suitable for auto-ignition of the low
cetane fuel. For example, the controller (e.g., controller 110
of FIG. 1) may command the intake throttle 148; vane
settings of turbocharger compressor 184; and/or turbo-
charger turbine throttle (e.g., turbine 182).

The power system 108 depicted in FIG. 2A is merely one
example of a power system that may utilize a mechanism
such as internal EGR in order to create thermally stratified
layers of gas within piston-cylinder set combustion cham-
bers to facilitate ignition and/or combustion. A further
example power system is discussed below in reference to
FIG. 2B prior to a more detailed discussion of the thermally
stratified layers of gas within the combustion chambers
discussed with reference to FIGS. 3A-3D, 4, and 5. Other
configurations of power systems may be provided.

Reference is additionally made to FIG. 2B, which is a
schematic illustration of a further power system 208 that
may be incorporated into the work vehicle 100 of FIG. 1
and/or other types of machines. As above, the power system
208 includes an engine 220 configured to combust a mixture
of fuel from a fuel arrangement 238 and air from an air
intake arrangement 240 to generate power for propulsion
and various other systems, thereby generating an exhaust
gas that is accommodated by an exhaust arrangement 260.
As also introduced above, various aspects of the power
system 208 may be operated by the controller (e.g., control-
ler 110 of FIG. 1) based on operator commands and/or
operating conditions.

As noted, the engine 220 is primarily an engine that
utilizes low cetane fuels, such as ethanol, provided by the
fuel arrangement 238. Such an engine 220 may be similar to
a diesel engine (i.e., compression ignition and combustion)
in configuration and arrangement, except that other fuels are
combusted instead of diesel. The engine 220 may have any
number or configuration of piston-cylinder sets 222a within
an engine block 2225.

The air intake arrangement 240, as above, includes an
intake conduit 242 and an air intake manifold 244. The air
intake arrangement 240 directs fresh or ambient air through
the air intake conduit 242; and the air intake manifold 244
directs at least a portion of that air into the air intake
manifold 244 for introduction into the piston-cylinder sets
222a of the engine block 2225 to be ignited with the fuel
(e.g., ethanol) such that the resulting combustion products
drive the mechanical output of the engine 220. Additional
details about the air intake arrangement 240 will be provided
below.

Generally, each of the piston-cylinder sets 222a includes
a piston 2245 arranged within the cylinder 2244 to create a
combustion chamber in between such that movement of the
piston 2245 within the cylinder 224qa functions to facilitate
the flow of gas into and out of the combustion chamber; to
compress the gas within the combustion chamber to enable
ignition and combustion; and to be driven by the combustion
products to transfer the resulting mechanical power from the
combustion process to a prime mover of the engine 220.
Additionally, a fuel injector 22654 is arranged to introduce an
amount of fuel into the combustion chamber via a fuel port
226a. Moreover, an intake valve 2304 is arranged to open
and close an intake port 230a to admit intake gas from an
intake conduit into the combustion chamber; and an exhaust
valve 2286 is arranged to open and close an exhaust port
228a to enable gas to flow out of the combustion chamber
into an exhaust conduit. Additionally, under some circum-
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stances discussed in greater detail below, the exhaust valve
228b may be manipulated in order to open the exhaust port
228a to draw exhaust air from the exhaust manifold 262
back into the combustion chamber.

The exhaust gas produced from the combustion process of
the engine 220 may be received by the exhaust arrangement
260, which includes an exhaust manifold 262 to receive and
distribute the exhaust. At least a portion of the exhaust gas
is directed from the exhaust manifold 262 into an exhaust
conduit 264 out of the work vehicle.

In this example, the power system 208 may include one
or more types of exhaust gas recirculation (EGR) systems,
including an “external” EGR arrangement 270 and an “inter-
nal” EGR arrangement, and a turbocharger 280, each of
which may have at least portions that may also be considered
part of (or otherwise cooperate with) the air intake arrange-
ment 240 and/or the exhaust arrangement 260.

Generally, the external EGR arrangement 270 is config-
ured to direct at least a first portion of exhaust gas out of the
engine 220 and then back to the air intake arrangement 240
of the engine 220 as EGR gas, i.e., such that a remaining,
second portion of the exhaust gas is directed through the
turbocharger 280 and out of the vehicle via the exhaust
conduit 264 as vehicle exhaust, as noted above. Generally,
the EGR gas may be mixed with charge air (e.g., recirculated
back to intake) in order to reduce the formation of NOx
during combustion that may otherwise occur. Any suitable
amount of exhaust gas may be recirculated (e.g., 10%-20%).

The EGR arrangement 270 may include one or more EGR
valves 258 that operate to control the various flows of EGR
gas and/or exhaust gas. In this example, the EGR arrange-
ment 170 may have an EGR cooler 256. The EGR cooler
256 may be any suitable device configured to lower the
temperature of the recirculated gas. Generally, the EGR
cooler 256 includes one or more recirculated gas passages
and one or more coolant passages, arranged such that heat
may be transferred from the recirculated gas to a cooperating
fluid (e.g., air or liquid). In some contexts, the EGR arrange-
ment 270 may be considered an “external” EGR arrange-
ment 270, in contrast to an “internal” EGR arrangement in
which exhaust gas is pulled directly from the exhaust
manifold 262 back into the piston-cylinder sets 222q, as
discussed in greater detail below. As additionally reflected
by the example in FIG. 2B, the internal EGR arrangement
may eliminate the need for a “hot EGR loop,” e.g., in which
at least a portion of the external EGR gas bypasses EGR
cooler 256.

As above, the turbocharger 280 generally functions to
increase the amount of air subsequently directed into the
engine 220 for improved engine efficiency and power input.
In one example, the turbocharger 280 includes a turbine 282
that receives a portion (e.g., the second portion) of the
exhaust gas and a compressor 284 that is driven by the
turbine 282. The compressor 284 functions to compress the
ambient or charge air that enters the air intake arrangement
240 via the intake conduit 142.

Returning to the air intake arrangement 240, the com-
pressed charge air from the turbocharger compressor 284
may be directed into a charge air cooler 250 to reduce the
temperature of the compressed charge air. Briefly, the power
system 208 may additionally include a second heat
exchanger (or radiator) 252 to facilitate cooling of the
engine 220 via circulation of the coolant over a cooling
mechanism, such as air-cooled fins.

Downstream of the charge air cooler 250 and the EGR
cooler 256, the cooled EGR gas and the intake charge air are
mixed within a mixer 246 The relatively hot temperature of
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the first portion of EGR gas operates to increase the tem-
perature of the charge air in the mixer 246. As shown, the
amount of compressed charge air directed into through the
charge air cooler 250 and to the mixer 246 may be controlled
by an air throttle valve 248; and the amount of cooled EGR
gas directed to the mixer 246 may be controlled by EGR
valve 258. The second mixed gas (or intake gas) is directed
to the intake manifold 244, which as noted above, distributes
the intake gas to the piston-cylinder sets 222a of the engine
220 for mixture, ignition, and combustion with fuel from the
fuel arrangement 138.

Additionally, the piston-cylinder sets 222a may be
manipulated based on commands from the controller (e.g.,
controller 110 of FIG. 1) in order to provide a type of
“internal” EGR arrangement that, in effect, avoids the
exhaust gas circuit of the EGR arrangement 270 (e.g., the
“external” EGR arrangement) discussed above. As discussed
in greater detail below, the exhaust valves 2286 may be
opened to admit previously exhausted gas back into the
piston-cylinder sets 222a in order to create the thermal
stratification of gas within the piston-cylinder sets 2224 that
function to enable enhanced ignition, even for low cetane
fuels during both high and low load operating conditions.

The power system 208 depicted in FIG. 2B is a further
example of a power system that may utilize a mechanism
such as internal EGR in order to create thermally stratified
layers of gas within piston-cylinder set combustion cham-
bers to facilitate ignition and/or combustion, as discussed in
greater detail below with reference to FIGS. 3A-3D and 4.

As examples, FIGS. 3A-3D are simplified schematic
diagrams of a portion of a power cycle within the example
piston-cylinder set 122a of the power system 108 of FIG. 2A
in accordance with an example embodiment, although the
examples described below may also be applicable to the
piston-cylinder sets 222a of FIG. 2B.

As introduced above, each of the piston-cylinder sets
122a includes a piston 124b arranged within the cylinder
1244 to create a combustion chamber 134 in between such
that movement of the piston 12456 within the cylinder 124a
functions to facilitate the flow of gas into and out of the
combustion chamber 134; to compress the gas within the
combustion chamber 134 to enable ignition and combustion;
and to be driven by the combustion products to transfer the
resulting mechanical power from the combustion process to
a prime mover of the engine 120. Additionally, the fuel
injector 1265 is arranged to introduce an amount of fuel into
the combustion chamber 134 via the fuel port 126a. More-
over, the intake valve 13054 is arranged to open and close the
intake port 130qa to admit intake gas from an intake conduit
1325 into the combustion chamber 134; and the exhaust
valve 1285 is arranged to open and close the exhaust port
128a to enable gas to flow out of the combustion chamber
134 into an exhaust conduit 132a. Additionally, under some
circumstances discussed in greater detail below, the exhaust
valve 1285 may be manipulated to open in order to draw
exhaust air from the exhaust conduit 132a back into the
combustion chamber 134 as a type of internal EGR arrange-
ment. Generally, the exhaust conduit 132¢ may be consid-
ered part of the exhaust manifold 162 (FIG. 2A).

As introduced above, collectively and individually, the
piston-cylinder sets 122a undergo a four-stroke power cycle
in one example embodiment. Generally, the power cycle
includes an intake stroke, a compression stroke, a power
stroke, and an exhaust stroke, which are constantly repeated
during operation of the engine 120. During the intake stroke,
the piston 1245 moves from the top dead center (TDC) to the
bottom dead center (BDC); and during this movement, at
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least the intake valve 1305 is open while the piston 1245
pulls air into the combustion chamber 134 by producing
vacuum pressure into the cylinder 124a through the down-
ward motion. Additional details regarding the intake stroke
are discussed below. During the compression stroke, the
piston 1245 moves from the bottom dead center (BDC) to
the top dead center (TDC); and during this movement, both
the intake and exhaust valves 1305, 12856 are closed in this
stroke, thereby resulting in adiabatic air compression to
increase the pressure and temperature. At the end of this
stroke, fuel is injected by the fuel injector 1265 to be ignited
and burned in the compressed hot gas. During the power
stroke, the piston 1245 is driven by the combustion of the
fuel and gas mixture from the top dead center (TDC) to the
bottom dead center (BDC); and during this movement, both
the intake and exhaust valves 1305, 1285 are closed. During
the exhaust stroke, the piston 1245 moves from the bottom
dead center (BDC) to the top dead center (TDC); and during
this movement, the exhaust valve 1285 is open while the
piston 12454 forces exhaust gases out of the combustion
chamber 134. At the end of this stroke, the crankshaft
coupled to the piston 1245 has completed a second full 360°
revolution.

The views of FIGS. 3A-3D depict characteristics of the
piston-cylinder sets 122a during various portions of the
power cycle. In addition to the valve and piston positions,
the views of FIGS. 3A-3D include representations (e.g.,
reflected by stippling, cross-hatching, or shading) of the
relative temperature striations or layers of gas 136a, 1365,
136¢, 136d, within the combustion chamber 134. In the
discussion below, generally, the first temperature gas 136a is
cooler than the second temperature gas 1365, which is cooler
than the third temperature gas 136¢, and so on. In other
words, the fourth temperature gas 1364 is hotter than the
third temperature gas 136¢, which is hotter than the second
temperature gas 1365, and so on.

As an example, the view of FIG. 3A depicts an initial
portion of the intake stroke in which the piston 1245 is
lowered. As shown, the intake valve 1305 is commanded to
open to admit intake air through the intake conduit 1325 and
the intake port 130q into the combustion chamber 134. At
this point, gas within the combustion chamber 134 is gen-
erally first temperature gas 136a, reflecting the relatively
low temperatures of the intake gas flowing in through the
intake port 130a.

As a further example, the view of FIG. 3B depicts an end
portion of the intake stroke in which the piston 1245 is
approaching bottom dead center (BDC). As shown, the
intake valve 1305 may be closed and the exhaust valve 1285
may be opened such that a relatively small amount of
exhaust gas may be admitted into the combustion chamber
134. Due to the configuration of the exhaust port 1284 and
other characteristics of the piston-cylinder set 122a, the
exhaust gas may form a layer the longitudinal top end of the
combustion chamber 134 proximate to the exhaust port 1284
as second temperature gas 1365, which is stratified relative
to the lower, first temperature gas 136a.

As a further example, the view of FIG. 3C depicts a
portion of the compression stroke in which the piston 1245
is compressing the gas within the combustion chamber 134.
As the gas is compressed, the first temperature gas 136a
from FIG. 3B is increased in temperature to result in a third
temperature gas 136¢, and the second temperature gas 1365
from FIG. 3B is increased in temperature to result in a fourth
temperature gas 136d. Although the exact temperature rela-
tionships between FIGS. 3B and 3C may vary based on the
characteristics and circumstances, the gas within the com-
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bustion chamber 134 remains thermally stratified with the
higher temperature gas (e.g., fourth temperature gas 1364)
being proximate to the ports 1264, 128a, 130a and the lower
temperature gas (e.g., the third temperature gas 136¢) being
proximate to the surface of the piston 12464.

As a further example, the view of FIG. 3D depicts an end
portion of the compression stroke in which the piston 1245
is approaching top dead center (TDC) and fuel is being
injected into the combustion chamber 134. As the gas is
further compressed, the third and fourth temperature gases
136¢, 1364 from FIG. 3C may be further increased in
temperature in FIG. 3D. Although the exact temperature
relationships between FIGS. 3C and 3D may vary based on
the characteristics and circumstances, the gas within the
combustion chamber 134 remains thermally stratified with
the higher temperature gas (e.g., fourth temperature gas
136d) being proximate to the ports 126a, 1284, 130a and the
relatively lower temperature gas (e.g., the third temperature
gas 136¢) being proximate to the surface of the piston 1245.

In effect, reflected by the progression of the views from
FIG. 3A to FIG. 3D, the gas within the combustion chamber
134 is thermally stratified and the relatively hotter exhaust
gas pulled into the combustion chamber 134 via the exhaust
port 128a remains relatively unmixed with the lower tem-
perature intake gas pulled into the combustion chamber 134
via the intake port 130a. Further, as the gas within the
combustion chamber 134 is compressed, the layer of rela-
tively hotter gas is further increased in temperature. The
elevated temperature may occur not only from the elevated
temperature of the exhaust gas, but also from the additional
volume of gas within the combustion chamber 134 pulled in
through the exhaust port 1284 (e.g., as compared to only
admitting gas from the intake port 130a). At the point just
prior to ignition (e.g., as generally reflected in FIG. 3D), the
layer of hotter gas (e.g., fourth temperature gas 136d) is at
a temperature sufficient to enable auto-ignition, even if the
remaining gas (e.g., third temperature gas 136¢) within the
combustion chamber 134 is not at a temperature suitable for
auto-ignition. However, as the layer of hotter gas (e.g.,
fourth temperature gas 1364) ignites and initiates combus-
tion, the remaining gas (e.g., third temperature gas 136c¢) is
also ignited and combusted. Generally, the fourth tempera-
ture gas 136d, at the point of top dead center (TDC) of the
power cycle, is at a temperature suitable for ignition of a low
cetane fuel such as ethanol. A suitable temperature may be,
for example, at least 800° C.

In the view of FIG. 3D, when the piston 1245 is near top
dead center (TDC), the compression provided by the piston
1245 provides a “squish effect” in which the fourth tem-
perature gas 1364 is pushed in towards the center of the
chamber 134 towards the tip of the fuel injector 1265,
thereby providing the hottest gas near the injection of the
first portion of the fuel to aid in auto ignition.

Additionally, the progression of views from FIG. 3A to
FIG. 3D reflects the compression heating resulting from the
exhaust gas being pulled back into the combustion chamber
134, particularly when the exhaust manifold has a higher
pressure than the intake manifold and upon the valve events
discussed in greater detail below with reference to FIG. 4. In
particular, after the intake valve 1306 closes (e.g., as
reflected in between the conditions depicted in FIG. 3A and
FIG. 3B), the gas within the combustion chamber 134 will
be at intake manifold pressure. Subsequently, the re-opening
of the exhaust valve 1285 (as reflected in FIG. 3B) allows
the hotter exhaust gas into the combustion chamber 134, and
as the piston 1245 reaches the bottom of the stroke and the
exhaust valve 1285 is near closing, the chamber pressure
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will be increased to approximately the exhaust manifold
pressure. The gas that was already ingested into the com-
bustion chamber 134 (e.g., gas 1364 of FIG. 3B) will rapidly
increase in pressure in an adiabatic process, thereby also
increasing the temperature. As discussed below with refer-
ence to FIG. 5, the amount of temperature increase may
depend on the absolute pressures of the exhaust and intake
manifolds and differences in pressure between the exhaust
and intake manifolds. As noted, additional details regarding
this function are discussed below with reference to FIG. 5.

Generally, the stratification of the gas within the combus-
tion chamber 134 may be facilitated and/or maintained by
the configuration of the ports 128a, 130a and/or piston 1245.
In particular, the ports 128a, 130a and/or piston 1245 may
be configured (e.g., shapes and angles) so as to reduce or
prevent swirl (e.g., rotation around a longitudinal axis)
within the combustion chamber 134; and more importantly,
such components may be configured to reduce or prevent
tumble (e.g., movement along a longitudinal axis, between
top and bottom) within the combustion chamber 134. These
configurations and resulting impact on gas flow within the
combustion chamber 134 functions to inhibit and/or prevent
mixing between stratification layers, e.g., such that the high
temperature layer of gas at the top of the combustion
chamber 134 is maintained. This may be in contrast to other
internal-type EGR arrangement in which mixing is encour-
aged to evenly distribute fuel within the combustion cham-
ber.

Additional details about the power cycle are represented
by the chart 200 of FIG. 4, which depicts crank angle (e.g.,
0° to 720°) on the horizontal axis 202 and valve position
(e.g., 0 mm to 14 mm) on the vertical axis 204. In particular,
line 210 represents the positions of the exhaust valve over
the crank angles, and line 212 represents the positions of the
intake valve over the crank angles. Generally, reflecting the
discussion above and referring to line 212, the intake valve
is opened during the intake stroke (e.g., to a maximum of 12
mm at approximately 450°). Additionally, and referring now
to line 210, at the end of the intake stroke (e.g., between
450° and 540°), the exhaust valve is opened (e.g., to
approximately 3 mm) to admit the exhaust gas, as discussed
above. Further referring to line 210, the exhaust valve is
fully opened during the exhaust stroke (e.g., between
approximately 180° to 360°). This timing of the power cycle
enables the thermal stratification of the gas within the
combustion chamber as discussed above.

Additional details about the temperature increases and
stratification resulting from the “internal” EGR are reflected
by the chart 300 of FIG. 5 that, in general, reflects the effect
of compression heating facilitated by the increased chamber
pressure resulting from the intake of exhaust gas. In par-
ticular, the chart 300 depicts temperature increases (e.g., in
C°, reflected on a vertical axis 304) as a function of intake
and exhaust pressure differences (e.g., pressure deltas in kPa
between the intake and exhaust manifolds, reflected on a
horizontal axis 302) under various conditions. In effect, the
lines 310, 312, 314 within the chart 300 reflect the impact of
compression heating for various conditions and pressure
differences that may result from the internal EGR arrange-
ment discussed above. Line 310 reflects the impact of
compression heating at relatively high loads (e.g., example
intake temperature of 80° and intake pressure of 300 kPaa);
line 312 reflects the impact of compression heating at
relatively moderate loads (e.g., example intake temperature
of 50° C. and intake pressure of 200 kPaa); and line 314
reflects the impact of compression heating at relatively low
or idle loads (e.g., example intake temperature of 25° C. and
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intake pressure of 100 kPaa). As shown, amount of tem-
perature increase depends on the differences in the pressures
of the exhaust manifold and intake manifold and the abso-
lute pressures. For example, at idle when absolute pressures
are low (e.g., as shown in line 314), a relatively large
pressure difference of 100 kPa may result in 65° C. of
temperature increase. However, at high engine loads with
absolute pressures are high (e.g., as shown in line 310), the
pressure difference may be less effective such that a pressure
difference of 100 kPa may only result in 30° C. of tempera-
ture increase.

Prior to and during operation, the manifold pressures may
be manipulated in order to enhance and/or facilitate the
internal EGR in providing the elevated temperatures suitable
for auto-ignition of the low cetane fuel. For example, the
controller (e.g., controller 110 of FIG. 1) may command the
intake throttle (e.g., intake throttle 148, 248 of FIGS. 2A and
2B); the EGR valve (e.g., EGR valve 258 of FIG. 2B), if
present; vane settings of turbocharger compressor (e.g.,
compressor 184, 284 of FIGS. 2A and 2B); and/or turbo-
charger turbine throttle (e.g., turbine 182, 282 of FIGS. 2A
and 2B).

Accordingly, the power systems discussed above provide
the ability to use ethanol and other low cetane fuels in a
diesel-type, compression ignition engine over a range of
conditions, including cold starts and low load conditions.
Overall, the power systems described herein result in a
platform architecture that may provide improved fuel con-
sumption, higher performance, and reduced criteria pollut-
ants over a relatively wide temperature operating window.
The use of ethanol as fuel in a diesel-like combustion mode
provides benefits from high brake thermal efficiency and low
exhaust temperatures. Moreover, combustion of ethanol
produces relatively little soot and/or coking. Moreover, at
relatively light loads, this may enable the use of less EGR
gas than may otherwise be needed for this purpose, thereby
enabling more efficient use of EGR gas through the engine
and the resulting lower NOx emissions and advantageous
ignition and combustion characteristics. This may also
enable increased exhaust flow for the turbochargers.

Further, examples use an infusion of hot exhaust gas from
the exhaust port at the end of the intake stroke to create a
local volume of hot gas in the combustion chamber at the
start of the compression stroke. In some examples, little or
no tumble movement within the combustion chamber during
the compression stroke to reduce the amount of mixing of
the hot exhaust gas with the cooler gases from the intake
manifold, which operates to create what thermally stratified
layers of gas in the combustion chamber near the end of the
compression stroke. At least a portion of this gas will now
be well above the auto auto-ignition temperature of the low
cetane fuel, while the coolest compressed gas from the
intake manifold will be below the ignition temperature.
When fuel is injected, some fuel is injected into the hot gas
area and ignites which will lead to the combustion of the
remaining fuel injected. Examples described herein enables
an engine system to retain diesel-like air systems with
existing manifold temperatures. Moreover, such examples
may provide reduced thermal loading in the cylinder as
compared to the external hot EGR arrangement running
hotter intake manifold temperatures, which enables less or
no additional piston thermal barrier coatings. Further, only
a fraction of hot EGR may be needed, which reduces the
amount of boost pressure required to achieve the air flow
requirements, thereby reducing the power reduction that was
previously required.
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As will be appreciated by one skilled in the art, certain
aspects of the disclosed subject matter may be embodied as
a method, system (e.g., a work vehicle control or power
system included in a work vehicle), or computer program
product. Accordingly, certain embodiments may be imple-
mented entirely as hardware, entirely as software (including
firmware, resident software, micro-code, etc.) or as a com-
bination of software and hardware (and other) aspects.
Furthermore, certain embodiments may take the form of a
computer program product on a computer-usable storage
medium having computer-usable program code embodied in
the medium.

A computer readable signal medium may include a propa-
gated data signal with computer readable program code
embodied therein, for example, in baseband or as part of a
carrier wave. Such a propagated signal may take any of a
variety of forms, including, but not limited to, electro-
magnetic, optical, or any suitable combination thereof. A
computer readable signal medium may be non-transitory and
may be any computer readable medium that is not a com-
puter readable storage medium and that may communicate,
propagate, or transport a program for use by or in connection
with an instruction execution system, apparatus, or device.

Embodiments of the present disclosure may be described
herein in terms of functional and/or logical block compo-
nents and various processing steps. It should be appreciated
that such block components may be realized by any number
of hardware, software, and/or firmware components config-
ured to perform the specified functions. For example, an
embodiment of the present disclosure may employ various
integrated circuit components, e.g., memory elements, digi-
tal signal processing elements, logic elements, look-up
tables, or the like, which may carry out a variety of functions
under the control of one or more microprocessors or other
control devices. In addition, those skilled in the art will
appreciate that embodiments of the present disclosure may
be practiced in conjunction with any number of systems, and
that the work vehicles and the control systems and methods
described herein are merely exemplary embodiments of the
present disclosure.

For the sake of brevity, conventional techniques related to
work vehicle and engine operation, control, and other func-
tional aspects of the systems (and the individual operating
components of the systems) may not be described in detail
herein. Furthermore, the connecting lines shown in the
various figures contained herein are intended to represent
example functional relationships and/or physical couplings
between the various elements. It should be noted that many
alternative or additional functional relationships or physical
connections may be present in an embodiment of the present
disclosure.

The terminology used herein is for the purpose of describ-
ing particular embodiments only and is not intended to be
limiting of the disclosure. As used herein, the singular forms
“a”, “an” and “the” are intended to include the plural forms
as well, unless the context clearly indicates otherwise. It will
be further understood that the terms “comprises” and/or
“comprising,” when used in this specification, specify the
presence of stated features, integers, steps, operations, ele-
ments, and/or components, but do not preclude the presence
or addition of one or more other features, integers, steps,
operations, elements, components, and/or groups thereof.

As used herein, unless otherwise limited or modified, lists
with elements that are separated by conjunctive terms (e.g.,
“and”) and that are also preceded by the phrase “one or more
of” or “at least one of” indicate configurations or arrange-
ments that potentially include individual elements of the list,
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or any combination thereof. For example, “at least one of A,
B, and C” or “one or more of A, B, and C” indicates the
possibilities of only A, only B, only C, or any combination
of two or more of A, B, and C (e.g., A and B; B and C; A
and C; or A, B, and C).

The description of the present disclosure has been pre-
sented for purposes of illustration and description, but it is
not intended to be exhaustive or limited to the disclosure in
the form disclosed. Many modifications and variations will
be apparent to those of ordinary skill in the art without
departing from the scope and spirit of the disclosure. Explic-
itly referenced embodiments herein were chosen and
described in order to best explain the principles of the
disclosure and their practical application, and to enable
others of ordinary skill in the art to understand the disclosure
and recognize many alternatives, modifications, and varia-
tions on the described example(s). Accordingly, various
embodiments and implementations other than those explic-
itly described are within the scope of the following claims.

What is claimed is:

1. A power system for a work vehicle, comprising:

an intake arrangement configured to intake charge air;

a compression ignition engine including a plurality of
piston-cylinder sets configured to receive, ignite, and
combust intake gas that includes the charge air from the
intake arrangement to generate mechanical power and
exhaust gas, wherein each of the piston-cylinder sets
includes:

a cylinder defining an intake port and an exhaust port;

a piston positioned at least partially within the cylinder
to form a combustion chamber, the combustion
chamber being in fluid communication with the
intake port and the exhaust port;

an intake valve configured to open and close the intake
port;

an exhaust valve configured to open and close the
exhaust port; and

a fuel injector configured to inject fuel into the com-
bustion chamber; and
a controller having processing architecture executing pro-
grammed instructions to selectively command the
intake valve and the exhaust valve such that,
during an exhaust stroke of the piston, the exhaust
valve is opened to enable exhaust gas to flow out of
the combustion chamber,

during an initial portion of an intake stroke of the
piston, the intake valve is opened to enable the intake
air to flow into the combustion chamber, and

during a further portion of the intake stroke of the
piston, the intake valve is closed and the exhaust
valve is opened to enable a portion of the exhaust gas
to flow back into the combustion chamber in order to
create thermally stratified layers of intake gas and
exhaust gas within the combustion chamber.

2. The power system of claim 1, wherein the controller
and exhaust valve form an internal exhaust gas recirculation
(EGR) arrangement.

3. The power system of claim 1, wherein the compression
ignition engine is configured to operate with a low cetane
fuel.

4. The power system of claim 3, wherein the compression
ignition engine is configured to operate with fuel having a
cetane value of less than 40.

5. The power system of claim 1, wherein the thermally
stratified layers of intake gas and exhaust gas include a layer
with a temperature of at least 800° C.
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6. The power system of claim 1, further comprising:
an exhaust arrangement configured to receive a first
portion of the exhaust generated by the compression
ignition engine;
an external EGR arrangement configured to receive a
second portion of the exhaust generated by the com-
pression ignition engine as EGR gas; and
a mixer configured to selectively receive and mix the
EGR gas and the charge air as mixed gas.
7. The power system of claim 6, wherein the external
EGR arrangement includes an EGR cooler configured to
cool at least a first portion of the EGR gas.
8. The power system of claim 1, wherein the intake
arrangement includes at least one compressor configured to
receive and compress the charge air upstream of the mixer.
9. The power system of claim 8, wherein the exhaust
arrangement includes at least one turbine driven by the first
portion of the exhaust and rotationally coupled to drive the
at least one compressor.
10. The power system of claim 1, wherein the engine
further includes an intake manifold to direct the intake gas
into the piston-cylinder sets and an exhaust manifold to
receive the exhaust gas from the piston-cylinder sets, and
wherein the controller is configured to manipulate a pressure
difference between the exhaust manifold and the intake
manifold in order to increase an impact of the portion of the
exhaust gas flowing back into the combustion chamber
during the further portion of the intake stroke.
11. A work vehicle, comprising:
a chassis;
a drive assembly supported on the chassis;
a power system supported on the chassis and configured
to power the drive assembly, the power system com-
prising:
an intake arrangement configured to intake charge air;
and

a compression ignition engine including a plurality of
piston-cylinder sets configured to receive, ignite, and
combust intake gas that includes the charge air from
the intake arrangement to generate mechanical
power and exhaust gas, wherein each of the piston-
cylinder sets includes:

a cylinder defining an intake port and an exhaust port;

a piston positioned at least partially within the cylinder
to form a combustion chamber, the combustion
chamber being in fluid communication with the
intake port and the exhaust port;

an intake valve configured to open and close the intake
port;

an exhaust valve configured to open and close the
exhaust port; and

a fuel injector configured to inject fuel into the com-
bustion chamber; and
a controller having processing architecture executing pro-
grammed instructions to selectively command the
intake valve and the exhaust valve such that,
during an exhaust stroke of the piston, the exhaust
valve is opened to enable exhaust gas to flow out of
the combustion chamber,

during an initial portion of an intake stroke of the
piston, the intake valve is opened to enable the intake
air to flow into the combustion chamber, and

during a further portion of the intake stroke of the
piston, the intake valve is closed and the exhaust
valve is opened to enable a portion of the exhaust gas
to flow back into the combustion chamber in order to
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create thermally stratified layers of intake gas and
exhaust gas within the combustion chamber.

12. The work vehicle of claim 11, wherein the controller
and exhaust valve form an internal exhaust gas recirculation
(EGR) arrangement.

13. The work vehicle of claim 11, wherein the compres-
sion ignition engine is configured to operate with a low
cetane fuel.

14. The work vehicle of claim 13, wherein the compres-
sion ignition engine is configured to operate with fuel having
a cetane value of less than 40.

15. The work vehicle of claim 11, wherein the thermally
stratified layers of intake gas and exhaust gas include a layer
with a temperature of at least 800° C.

16. The work vehicle of claim 11, further comprising:

an exhaust arrangement configured to receive a first

portion of the exhaust generated by the compression
ignition engine;

an external EGR arrangement configured to receive a

second portion of the exhaust generated by the com-
pression ignition engine as EGR gas; and
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a mixer configured to selectively receive and mix a first

portion of the EGR gas and the charge air as mixed gas.

17. The work vehicle of claim 16, wherein the external
EGR arrangement includes an EGR cooler configured to
cool at least a first portion of EGR gas.

18. The work vehicle of claim 11, wherein the intake
arrangement includes at least one compressor configured to
receive and compress the charge air upstream of the mixer.

19. The work vehicle of claim 18, wherein the exhaust
arrangement includes at least one turbine driven by the first
portion of the exhaust and rotationally coupled to drive the
at least one compressor.

20. The work vehicle of claim 11, wherein the engine
further includes an intake manifold to direct the intake gas
into the piston-cylinder sets and an exhaust manifold to
receive the exhaust gas from the piston-cylinder sets, and
wherein the controller is configured to manipulate a pressure
difference between the exhaust manifold and the intake
manifold in order to increase an impact of the portion of the
exhaust gas flowing back into the combustion chamber
during the further portion of the intake stroke.
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